between Labadi and Accra was used to seeing lorry traffic. Labadi functioned as an eastern gateway to the capital-the first stop for lorries bringing produce and people from the productive eastern interior. Labadi was also seen as a kind of headquarters for drivers. In the mid-twentieth century, hundreds of Labadians had taken up driving work, and the suburb emerged as a primary (perhaps preeminent) center for training drivers in the colony. Thus, it was not the presence of lorries on the road itself that troubled colonial officials. The drivers that caught the attention of colonial officials were troublesome because they blurred the distinctions of colonial urban space and order. They were mobile, urban "pirates" who skirted around the established order and subverted the authority embodied in state-run urban bus services. In picking up passengers along the roadside, these drivers brought the threats and challenges of motor transportation to the heart of colonial power.
While Europeans were ambivalent about the usefulness of motor vehicles after their introduction at the turn of the twentieth century, Africans appropriated the technology of motor transport in rapidly increasing numbers and used motor vehicles to re-shape the control of mobility and space in the colony. In other parts of the continent, the high cost of motor vehicles and the low wages and limited economic opportunities available to Africans restricted African access to motor transport technologies, at the same time that colonial policies-or, in the case of settler colonies, the policies of white minority rule-attempted to control African mobility. However, in the Gold Coast, wealthy cocoa farmers in the early twentieth century, 1 Initially, cocoa farmers purchased motor vehicles to transport cocoa to train stations and buying agents. Echoing an earlier use of head carriers to transport produce, however, farmers were soon by-passing colonial railways altogether, using motor vehicles and roads to take their produce directly to coastal ports where they could maximize their profits. Motor But it also reshaped the social and economic practices that had defined the motor transport 6 industry for at least 80 years. Drivers feared that the BRT would turn them into salaried employees, eliminating their ability to collect profits daily-the "daily bread" that attracted young men to the profession and enabled drivers to support themselves and their families. But trotro drivers also expressed frustration over what they viewed as unfair public critique and government regulation. Despite the fact that trotros constitute only 35% of road traffic (while carrying at least 85% of all passengers), trotro drivers have received disproportionate blame for the traffic congestion common at major intersections. 7 And yet, as an attempt to solve traffic congestion, the BRT has sought to regulate and control the most efficient part of the motor transport system-an attempt that has been applauded by passengers, development officials, and foreign investors alike. Drivers remain understandably skeptical.
Histories of technology like that of pirate passenger lorries in the early part of the twentieth century push us, as Clapperton Mavhunga argues, "to account for 'the process of globalization and the multiplicity of individual temporalities and local rationalities that are inserted into it.'" 8 In doing so, it moves away from an analysis of the "spectacle of technology"
and more toward a history of "technology-in-use", away from "the promise of technology on paper" and more toward its meaning and practice in context. 9 In doing so, we are better able to parse the disruptions and disjunctures of colonial-era technological cultures and create space for alternative African technological practices that expand our consideration of what constitutes technology and how technology is experienced and made meaningful. As both Timothy Burke and Arjun Appadurai argued, automobiles have a "social life" and a "cultural biography." 10 The meanings and values associated with commodities like the automobile are a product of "prior meanings"-"the cultural and social raw material from which 'the social life of things' was shaped." 11 Western scholars of automobility too often assume that the "prior Social and economic entrepreneurs in contemporary Ghana are also rethinking these questions using mobile technologies and other "grassroots" approaches to technology as a foundation for new visions of development. Such entrepreneurial efforts are certainly not unique to Ghana. But in twenty-first century Accra, automobility constitutes one of the most important sites or spaces of technological creativity and socio-economic entrepreneurialism.
Projects like Trotro Diaries (https://trotrodiaries.wordpress.com/author/trotrodiaries/) and Mo'Go Ghana seek to build better transport networks using existing technologies and systems rather than importing Western models. These projects implicitly recognize what the BRT and the colonial state failed to: that "development" along a Western model might not be effective or desirable. Successful systems require fieldwork to understand how people move and how they understand and use space-data that can be collected through the increasingly ubiquitous mobile phones (mapping, social media, etc.), through experimentation, and through conversation. These projects suggest that our challenge lies not in the history of technology, per se, but rather in the frameworks through which we view and understanding technology itself.
